Summary. The purpose of this paper is to examine the process of building, repairing and maintaining two types of main roads in the Kingdom of Poland, especially during the mid-19th century, when the overall process of expanding the local road transportation network started to considerably slow its pace. Publicly announced parts of official government reports have been taken into consideration in order to describe such endeavours by the Polish transportation authorities concerning first-class and secondary routes (generally paved with the usage of a standardized macadam system) during the period between 1843 and 1859.
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"crushed stone roads" needed some serious remodelling of their stone foundation layer. Such works were carried out in 1843 on a length of 31,213.617 versts. In order to be able to properly reinforce the road stone's lower layer, especially by increasing its thickness on the above indicated length of the first-class transportation network, it was necessary to deliver 3,872.5 cubic fathoms of stone material during the full 12 months of 1843. The amount of money spent on the delivery and heavy-duty strengthening of the road's internal structure finally reached 58 580 silver roubles and 58.5 kopeks.
It should be also pointed out that, in addition to this structural reinforcement of first-class paved roads during the whole of 1843, some dams located near the localities of Bogucin and Mniocki were also raised (with their total length equal to 529 fathoms), which in turn cost another 8,648 silver roubles and 60.5 kopecks 3 . With regard to the construction of new first-class tracks, in 1843, the following works were carried out in the Kingdom of Poland: In the following year, 1844, the total length of tracts supported and maintained by the Polish Road Fund did not alter, in any way, in relation to the previous 12-month period, and reached 1,948 versts in general; where city pavements were treated as a part of the country's road system, this added a further 28 versts (roughly counting); thus the paved roads, which traditionally consisted of two layers of crushed stone, were at that time counted as being in the region of 1,919 versts in length. In order to provide the necessary protection and maintenance of first-class roads, a supply of 281,485.6 cubic fathoms of stone material was ordered during the whole 1844, which equated to an average for the delivered crushed stones of 14.2 cubic fathoms per verst. The general costs of repairing and maintaining these paved roads in 1844 amounted to a total of 402,995 silver roubles and 82 kopeks. According to the data presented by Warsaw's Board of Land and Water Communications, the maintenance of first-class tracts (with the addition of expenses for the transport of materials) in 1844 amounted, on average, to 216 silver roubles and 20 kopeks per verst 6 . Regarding the exact construction process of the first-category roads during 1844, the relevant data are given in the As we can also observe by reading some officially published statements (issued by the tsarist governor) in state-owned newspaper reports, in 1845, the construction process for 1 139.
verst of first-class paved road cost, on average, 7,000 silver roubles 12 . As for corvée services, in 1845, these involved 408,772 working days requiring the usage of cars and "beasts of burden", as well as 550,283 working days requiring the presence of local peasants/workers only 13 . In the following year, 1846, in the manner of corvée road activities, a total of 860,271 working days was used for building and repairing all paved roads in the Kingdom 14 . Regarding the specific works carried out in the most important branch of the Polish road system during the period 1845-1852, it should be especially noted that, as early as 1847, many new cast iron road signs (which replaced previously existing wooden signs) were manufactured and erected alongside domestic paved tracts. During the whole of this year, 1,339 such road signs were situated by the main routes 15 . By the end of 1849, all such cast iron road signs, totalling 2,299, were put up alongside first-class and secondary paved roads. The issue of replacing these road signs resulted in the need for extraordinary spending, which amounted to 32,524 silver roubles 16 . Similar to the previous year, one of the main tasks of the Board of the 13th District of Communication in 1852 was to continue the proper maintenance of the bridge on the Vistula River, near the city of Płock, which over this 12-month period cost the considerable amount of 7,519 silver roubles 21 . According to the report made available in the form of "an extract from the depiction of activities of the Government of the Kingdom of Poland in 1855, submitted… to Tsar Alexander II ... by the Governor of the Kingdom", the exact length of first-class roads maintained in 1855 in the Kingdom by the state administration "covered" 2,159 versts. During that time, for repairs and proper functioning of these routes, it was necessary to allocate, on average, 4,000 silver roubles per (Russian) verst, having actually paid the same amount of money for 1 cubic fathom of delivered stones. The overall cost of these repairs, as well that of the required supply of (crushed) stone materials, was then estimated at 253 silver roubles and 56 kopecks per verst 22 . In turn, in 1856, the total length of first-class paved roads, whose maintenance fell on the shoulders of the transportation administration (and on the State Treasury), precisely reached 2,159,173/300 versts. In order to carry out a standardized repairs and maintenance process of this type of road, consisting of two crushed stone layers or covered with so-called "adamization", 189,335.6 cubic fathoms of stone materials were provided at that time. On the Road building, maintenance and repairs in the Kingdom of Poland… 141. basis of the above given information, it appears that, in 1856, precisely 889 cubic fathoms of stone material were delivered per verst of typical first-class paved road.
"Standardized" money spending, related to these first-class routes, led to expenses in the following order: a) 315,966 silver roubles and 90.75 kopecks for general "building" purposes; b) 91,567 silver roubles and 46.75 kopecks for the repairs and maintenance of specific roads. For the operational maintenance of highways, numerous "external transportation services staff" (i.e., people not directly listed as being employed by the Board of the 13th District of Communication), for which 107,635 silver roubles and 44.5 kopecks were allocated in 1856, along with 50% of the whole of the costs required for providing sufficient fiscal support to the Warsaw main office of the 13th District of Communications. Thus, in general, the funding that was generally earmarked for first-class paved roads in the Kingdom of Poland reached a total of 515,169 silver roubles and 82 kopeks in 1856. Therefore, by counting, in an averaged way, the maintenance process cost for 1 verst of first-class paved road in 1856 was statistically 241 silver roubles and 86 kopecks 23 . During the period 1857-1858, the overall length of paved roads maintained in the Kingdom at the expense of the state was once again estimated to be 2,159,173/300 versts. Solely in 1857, for the purpose of performing standard technical repairs on first-class routes, 156,036.12 cubic fathoms of stones were delivered. However, in the following year, 1,566,413.60 cubic fathoms of such materials (i.e., of crushed stones) were brought to the locality of Polish roadsides. As a consequence, for 1857 and 1858, for a mile of first-class road, 7.32 of cubic fathoms of stone material were statistically supplied. The general costs of the repair and maintenance of first-class highways in the Kingdom of Poland in the same years were as given below: Apart from these basic expenses for the maintenance and repairs of first-class paved roads in 1857-1858, the following main activities were mentioned in the formal report for this period: a) in 1857, 11,102 silver roubles and 72 kopeks were spent on replacing the old wooden bridge on the Wieprz River near the locality of Koźmin on the Lublin route, where a new bridge of the same construction was erected; b) in the same year, 5,670 silver roubles and 64 kopeks, as well as 5,612 silver roubles and 56 kopecks in 1858, were allocated for the purpose of increasing the number of roadworkers, along with extending the process of professional supervision of telegraph lines; c) in 1858, 6,836 silver roubles and 65 kopecks were paid for continuing the proper protection of 397 fathoms of first-class paved road at the 180th verst of the Brześć route (this expenditure was caused by the necessity to relocate the town of Terespol further away from the Russian "Active Army" fortress of Brześć Litewski, and to erect a completely new bridge on one of the Bug River's tributary inflows 26 . In 1859, the total length of first-class paved roads, which were repaired and maintained with the usage of funds from the State Treasury, amounted to about 216,070/300 versts. Maintaining the indicated roads in a condition suitable for transport and communication purposes cost, for the whole 12 months of the indicated year, the sum of 499,937 silver roubles and 50 kopecks. Out of this total amount, a) 322,133 silver roubles and 96 kopecks were allocated for supplying 185,121.3 cubic fathoms of crushed stone material, b) 92,836 silver roubles and 19.5 kopecks were allocated for road construction, repair and maintenance, as well as for various tools required for these purposes, and c) 84,977 silver roubles and 34.5 kopecks were allocated for the salary of employees of road transport services.
An additional duty was imposed in 1859 on the administration of transport services in the Kingdom of Poland, when its structures were burdened even more than before with the constant requirement to control the proper functioning of telegraph lines, which ran along two main routes, located in the north-east of the country, namely, in Augustów Gubernia. In particularly, this matter concerned telegraph lines installed along the Królewiec (Königsberg) and Kowno routes. To cover the costs related to this "telegraphic supervision", Warsaw's Board of the 13th District of Communication received (directly from the state budget of the Russian Empire) allocated 5,670 silver roubles and 1 kopeck in 1859.
Finally, with regard to the further development of Polish first-class paved roads, it is important to mention the date that would be associated with an important breakthrough in terms of their maintenance, at least for in the forthcoming years. Namely, on 1 September Road building, maintenance and repairs in the Kingdom of Poland… 143.
1859, the general obligation to maintain, repair and "preserve" these roads was transferred from the field of responsibility of the administrative structures of the Board of the 13th District of Communication to a private sector company. These duties were then taken over by the so-called "Citizens' Committee" (or, better still, "Civic Company"). The duration of such a contract was set for the period of six years, i.e., from 1 September 1859 until 1 September 1865 27 .
SECONDARY ROADS
According to contemporaneous official ministerial reports, second-class (secondary) roads in the Kingdom of Poland of the 1840s/early 1850s were primarily built at a rather slow pace. Despite numerous obstacles and difficulties, the overall number of these roads, which were typically built with the usage of "two-day corvée road services", as well as with the additional help of private workforces of local landowners, and obviously with partial financial support given by "state-owned district economical cash (register) offices and other local resources", grew steadily 28 . For the period 1847-1850, we can provide data concerning the total number of secondclass roads that were then planned to be built. On the other hand, the officially stated numbers of second-class roads, which were actually built and generally open to the public at the end of each given year, are shown in the table below:
It is unavoidable to admit that the exact length of second-class roads constructed in particular years could have altered significantly. 27 The final completion of constructing and commissioning a (second-class) mining road, leading from the locality of Dąbrowa to the town of Olkusz, was considered an extremely important event in 1843; the road had a length of 24,417/617 versts. The construction of 19,236/617 versts of other second-class roads was also completed in the Kingdom in 1843 33 . After omitting the considerable gap in terms of more detailed information concerning Warsaw's transportation administration interests in secondary roads, we may proceed to the mid-1850s, when there were 1,589 versts of partially paved second-class roads in the Kingdom of Poland, which were earmarked for continuous work to be carried out on them. At that time, all such activities, especially of a repairing nature, were carried out in the case of secondary roads using funds remaining in the possession of individual gubernia authorities only. As a result, during the whole of the above-mentioned year, only 41 versts of roads of this type were "made" using strictly local funds. This meant that, until 1 January 1856, throughout the whole territory of the Kingdom of Poland, such building, repairing and maintenance works were completed on just over 738 versts of secondary roads 34 . In 1856, according to a comprehensive list of secondary tracks, which were planned to be rebuilt "as second-class paved roads" in the Kingdom of Poland using corvée services (carried out mostly by residents of local roadside villages), the total of those that were closed equated to a length of 109,922/300 versts. For fragmented roads (i.e., without being completed) during the whole months of 1856, some partially expensive roadworks were also carried out on a distance of an additional 105 versts. In summary, by the end of 1856, works had been completed on such routes covering a length of 843,322/500 versts. The list of second-class roads that were open in the Kingdom of Poland in 1856 is presented in According to official plans, during the period 1857-1858, the overall length of so-called "ordinary roads", which should have been previously remade by employing corvée services, as well as local "sources", in the form of paved second-class tracks, in the whole of the Kingdom was expected to be as follows: a) for 1857, 171,518/500 versts; b) for 1858, 2,073,119/500 versts. These expectations proved too high. Finally, it was only possible to rebuild 114 versts of second-class roads in 1857, while, in 1858, another 148 versts of secondclass roads were opened to the public 36 . In these circumstances, the anticipated overall length of all the "remade" secondary paved road infrastructure must have been much too hard to approach. By the last days of 1858, in the Kingdom of Poland, 1,180 versts of new second-class roads were constructed, thus transforming "ordinary roads" into secondary macadam systembuilt tracks. Of course, the corvée duty was still used as the main economic and structural basis for the ongoing process of building, maintaining and repairing these second-class routes 39 . During the next 12 months, on the territory of the entire Kingdom, the construction and the formal opening of another 156,313/500 versts of secondary roads took place. Once again, it was achieved, in the main, through the use of free corvée services (but also partly through the use of some paid employees). The above meant that, as of 31 December 1859, a total of 1,355, 450/500 versts of such roads were open to public access in the Kingdom of Poland as a whole 40 .
CONCLUSION
By deciding to publish a variety of information about transportation and the road economy in the Kingdom of Poland between 1843 and 1859, the then Polish governing circles, acting in reality on behalf of the "Russian partitioner", inevitably exposed, one way or another, the obviously visible and noticeable stagnation (in the case of secondary roads, the extremely slow advancement of the building process) in the construction of local transport networks. Similarly, the maintenance and repair of roads of the first and second categories exhibited no progressive dynamism. In the author's opinion, the general picture of public endeavours in no way reveals or reflects the image of a large-scale, far-reaching, or seemingly executed with an iron will, nationwide road building and related economic programme, which one would simply expect in the field of transport economy for some 19th century etatistic regulatory model states. Quite striking, in this context, is the virtual abandonment of the development of a secondary-class road network in the eastern part of the country. Perhaps this was, directly or indirectly, due to the simple fact that the 1840s and 1850s were not so conducive to the development of many areas of Polish transport, including most road network developments. Such conclusions do not, however, diminish the obviously cognitive value of the data gathered here from archive material, which, although scattered, provide us with information of invaluable importance.
